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SUMVARY

On Septenmber 8, 1994, at 1904, at Eastern Daylight Tinme,
USAir Flight 427, a Boeing 737-300, N513AU, crashed while
maneuvering to land at Pittsburgh International Airport,
Pittsburgh, Pennsylvania. The ajrﬁlane was being operated on an
instrument flight rules (IFR) flight plan under provisions of
Title 14, Code of Federal Regulation (CFR), Part 121, on a
regularly scheduled flight from Chicago-O Hare |nternationa
Airport, Chicago, Illinois, to Pittsburgh. The airplane was
destroyed by inpact forces and fire near AliquiPPa,_PennsyIvania.
Al 132 persons on board the airplane were fatally injured.

DETAI LS OF THE | NVESTI GATI ON
H STORY OF FLI GHT

This was the 3rd day of a 3 day flight sequence for this
flightcrew. Peter Germano was the captain, and Charles B.
Emmett, 111, was the first officer. They reported for the first
flight of the sequence in Philadel phia, on Septenber 6th, at
1615. They flew to |Indianapolis, back to Philadel phia, and then
to Toronto, Canada, (YYZ), where they arrived at 2310 and had a
| ayover of 15 hours 46 mnutes. Their duty time for this first
day was 7 hours 12 mnutes, and they had flown 4 hours 56
m nut es.

Their duty period commenced on the second day at YYZ at 1400.
They flew to Phil adel phia, Ceveland, Charlotte (CLT), and then
to Jacksonville (JAX), where they arrived at 2254 and had a
| ayover of 14 hours 21 mnutes. They were on duty for 9 hours 21
mnutes and had flown 5 hours 16 m nutes.

On the third day, they arrived at the airport at 1215 for
Flight 1181. The airplane for this flight was the airplane
involved in the accident, N513AU. It had spent the night of
Septenber 7th in Wndsor Locks, Connecticut (BDL), where a
mai ntenance transit check was accomplished.? Only routine
service was perforned at BDL. It departed BDL at 0620 on
Septenber 8th, as Flight 2411. The route of flight was BDL to
SKracuse (SYR), Rochester (ROC), where the flight nunber was
changed to Flight 95, which continued to CLT and JAX

First Oficer Bruce Peck was assigned to Flight 2411 from BDL
to SYRto ROC, and then Flight 95 to CLT. In an interview, he
stated, that "nothing out of the ordinary occurred on these
flights... no problens with the aircraft.”

2See Appendi x A for B-737-300/400 Transit Check.
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A flightcrew change occurred in CLT. Captain Jeff Qverton
and First Oficer Randy Jones flew N513AU from CLT to JAX. They
were both interviewed, and said that there were no nal functions
with the airplane, such as flight controls. They were
re-interviewed, after a passenger reported an "abrupt naneuver,"
during the approach to JAX. The DFDR for this aﬁproach showed a
roll of 9 degrees to the left, followed by a bank of 12 degrees
to the right. Both pilots stated that there were no unusual
rolls or abrupt maneuvers. They suggested that perhaps as they
changed to different nodes of the autopilot, such as from LNAV to
Heading to Manual, a slight roll mght have occurred, but they
had no recollection of any unusual rolling. They restated that
there was nornal operation of all systens. They recalled naking
no mai ntenance wite-ups for the airplane.

~ Captain Germano _and his crew departed JAX at 1310 for CLT,
arriving at 1421. Flight 1181 |left CLT at 1521, destined for
Chbcago's O Hare International Airport (CRD), where it arrived at
1707.

Captain Bill Jackson, a USAIR pilot, flew in the passenger
conpartnent from JAX to CLT, and then, due to a full passenger
| oad, occupied the cockpit junpseat fromCLT to ORD. He said
t hat evergthing was "normal." The crew interaction was routine.
He found both pilots "friendly and in good spirits."
Additionally, he stated that the flightcrew did not appear tired
or stressed. He said Captain Germano flewthe leg fromCLT to
ORD. He described the conduct of the flightcrew as
"professional," and he observed no problenms with the airplane

At ORD, N513AU was assigned to Flight 427 with the sane
flightcrew. There were no itenms noted in the aircraft
mai ntenance log for this flight, including the M ninmum Equi pnent
List (MEL), Configuration Deviation List (CDL), or any G ound
Security ltems (GSI).

The airplane arrived at Chicago with 13,080 pounds (Ibs) of
fuel. It was refueled with an additional 2320 Ibsd, for a tota
departure fuel load of 15,400 |bs. The schedul ed fuel burnoff
for the flight to PIT was 6400 | bs, plus 600 I bs taxi fuel, for a
planned arrival fuel of 8,400 Ibs.

Fl'ight 427 departed the gate at 1802, and was airborne at
1810, from runway 32L, destined for the Pittsburgh Internationa
Airport (PIT). The filed flight plan for Flight 427 was: SID,
J146. ..J34...DJB...ACO...CUTTA |...PIT...flight level 330. Tine
en route was planned for 55 m nutes.

3See Appendi x B for record of USAIR ORD fueling slip.
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A review of the Air Route Traffic Control (ATC) tapes _
i ndi cated routine comunications between the flightcrew of Flight
427 and the ATC controllers. The only difference in the filed
flight plan fromthe one actually flown was the final cruising
altitude of 29,000, instead of 33,000. The reason for this
chaﬂge was conflicting traffic, which prevented Flight 427 from
cli inP to the higher altitude. This is a common procedure
especially on flights with a short en route tine.

The cockpit voice recorder and the ATC tapes identified the
first officer as flying the airplane on this leg, and the captain
was handling the radio transmissions. Conversation within the
cockpit was routine and included an appropriate checkli st
reading. The in-range check to the conpany was performed by the
flightcrew utilizing the ACARS (Automated Communi cations
Addressing & Reporting System). This occurred at 1900.

The en route and initial arrival into PIT for the flight was
uneventful. The airPIane was being vectored by PIT Approach
Control for a schedul ed I anding on runway 28R which the
flightcrew acknow edged. Flight 427 was assigned an altitude of
6000 feet. It was following Delta 1083, a B-727, which was 4.2
mles ahead. The captain of Delta 1083 was Ral ph Fernandez, who
did not recall hearing Flight 427 during the approach. He
described the flight conditions as "good weather, with no
turbul ence or bird activity."

Nunerous interviews were conducted with flightcrews of
aircraft either arrivin? at or departing PIT about the tine that
Flight 427 was on arrival vectors. None of the flightcrews
descri bed anﬁ_unusual weat her, including turbul ence, or the
presence of birds.

The cockpit voice recorder indicated that the flightcrew was
utilizing the Auto-Flight System (AFS) during the flight. This
Is the standard procedure for the B-737-300.

The AFS consists of the Autopil ot Fliqht Director System
(AFDS) and the Auto-Throttle (A/T). The Flight Mnagenent
Conputer (FMC) provides engine N for the A/T and command
airspeeds for the AT and AFDS. The AFDS and A/T are operated
fromthe AFDS Mbde Control Panel (MCP) and the FMC fromthe
Control Display Unlt_§CIXD. The AFDS MCP provi des coordinated
control of the Autopilot (A/P), Flight Drector (F/D), AT, and
altitude alert functions. Normally, the AFDS and A/T are used to
mai ntai n airspeeds and/or thrust settings calculated by the FMC



The pilot enters the airspeed, altitude and desired heading
on the MCP, and the Auto-Flight System controls the airplane,
while the pilot nonitors. The systemcan be integrated with
navi gati on checkpoints and routings, for automatic flight
foll owing. 4

At 1900:19, the controller issued instructions for Flight 427
toturn left to 140 degrees and to reduce airspeed to 190 knots.
The flightcrew acknow edged this and asked for confirmation of
the landing runway. At 1902:22, Flight 427 was issued a turn to
100 degrees and advised of traffic at two o' clock clinbing out of
3300 feet to 5000 feet.

This traffic was a Jetstream 31, operating as Blue Ridge
6425. Captain Phillippe Burtoboy and First Oficer Ghr% Uz were
the flightcrew of this airplane. They stated that neither of
them saw or heard Flight 427. Wile they were on a 360 degree
headi ng, the ATC Departure Controller issued a traffic advisory
for "traffic at 11 o'clock." This advisory was cancelled
shortly by the controller. The cagtain of Blue Ridge 6425
recal l ed seeing traffic at his 1230 to 1 o'clock position, which
he thought was a B-727.

The flightcrew of Flight 427 said they were | ooking for the
Jetstream traffic. At 1903:10, they made a transm ssion which
indicated a problem At 1903:14, the approach controller
instructed Flight 427 to maintain 6000. At 1903:16, the
flightcrewcalled "...emergency," followed by an expletive.

~ Nunerous w tnesses observed the airplane in its descent,
whi ch was described by nost observers as "nearly vertical,"
prior to inpact.

FLI GHTCREW | NFORVATI ON
CAPTAI N

Captain Peter Germano, date of birth, June 25, 1949, was
hired by USAir on February 4, 1981. He began his aviation career
in general aviation and obtained a Private Pilot Certificate in
August 1969.  Subsequently, he graduated fromU. S Air Force pil ot
training in Decenber 1973. He was issued a Commercial Pilot
Certificate in June 1974. He was enployed as a crewrenber by
Braniff Airways, where he obtained a Flight Engineer Certificate
in July 1976. He held an Airline Transport Pilot Certificate
nunber 1954135, with an airplane nulti-engine land rating, and a
type rating in the B-737.

j ust

“See Appendix C for details of the Auto-Flight System
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According to FAA and USAir records, he was issued a First
Class Airman Medical Certificate, on July 9, 1994, with no
restrictions.

Hs first assignment with USAir was as a flight engineer on
the B-727. He upgraded to the BAC 111 in Novenber 1982 as a first
of ficer. In Septenber 1987, M. CGermano transitioned to the B-
737-300 as a first officer. H's training, |ine checks, and
proficiency checks in these aircraft were all satisfactory.

He upgraded to captain in the B-737-300 on August 25, 1988.
Again, his performance was rated satisfactory in the initial
training, line and proficiency checks and line oriented flight
training (LOFT).'

| nterviews were conducted with five USAir check captains, who

had provided Captain Germano with training in the last 13 nonths.
There were no negative comments about his performance. On April
29, 1994, a check captain conducted requalification training for
Captain CGernmano, who had been on extended sick | eave foll ow ng
back surgery.® This check captain stated that the training
session "went well with no problens.” He said that Captain
Germano was prepared for the training, and it went snoothly.

Anot her check captain flewa 3 day trip with Captain Gernano,
commencing on May 6, 1994, in order to requalify Captain Gernmano
for line duty followng the sick |eave absence. = This check
captain stated that Captain Germano was "neticul ous...very

professional . ..he paid attention to detail...ran conplete
checklists. ..followed all procedures."” He had no negative
coment s.

Captain Joseph L. Turner, Chief Pilot for USAir at the
Phi | adel phia base, was interviewed on Septenber 12, 1994. He said
that he knew Captain Germano, who was based in Phil adel phia.
Captain Turner stated that his inpressions of Captain Germano were
all very favorable. He said that as far as he knew, Captain
Ger mano conducted his trips in a professional manner. He knew of
no discipline actions against him He stated that there had been
no reported difficuItK etween Captain Germano and the first
officers who flew with him He was "extrenely well [iked."

5See Appendix D for Captain Germano's training records.

Captain Germano was on extended sick |eave from January 25,
1994 until April 28, 1994, for back surgery.
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He stated that Captain Germano had a back operation earlier
this year. Captain Turner had the same operation several years
earlier, and he had spoken to Captain Germano on a few occasions
about the operation. He said that Captain Germano recovered from
the operation and returned to work. stated that Captain
Cermano di d not abuse sick | eave.

- Three first officers who had flown with Captain CGernano
within the last 60 days were interviewed. None of them had any
negative coments about his perfornmance.

Some of their statements were as follows:

* Captain CGermano was very good to fly with...he
was very proficient...excellent CRM

* Captain Germano was very personable...very
t hor ough. .. not excitable.

* Captain Germano flew by the book...used al
checklists... no non-standard nmaneuvers.

~ The following is a summary of Captain Gernano's certificates,
flight tine, and training:

ATP #. . 1954135
Ratings ............oooivin... ASMEL, H 737
St . 085- 42- 6549
Last Proficiency Check........ 2/ 6/ 94
Last Requalification Check.... 4/29/94
Last Line Check............... 5/ 6/ 94
Last LOFT......... ..., 7/19/ 94
Total Flight Time............. 12,000 hours
(derived fromlast physical)
USAir Flight Time.............. 9,112 hours
Total Time Capt 737 ........... 3,269 hours
FIO 737 ........... 795 hours
Time last 90 days.............. 112 hours
. , 60 days.............. 60 hours
. . 30 days.............. 20 hours
24 hours............. 8 hours

A search of FAA records reveal ed no enforcenent actions
against this certificate. In addition, a review of Captain
Cermano's USAir personnel records did not reveal any problens,
such as excessive sick | eave or discipline actions of any type.



FI RST OFFI CER

First Oficer Charles B. Emett, 111, date of birth,
May 11, 1956, was hired by Piednont Airlines on February 2, 1987.
He becanme a USAir enployee in 1989, when Piednont Airlines nerged
with USAir. Hs first flight experience was in general aviation.
He was issued a Private Pilot Certificate in May 1973; nmulti-
engi ne and instrument ratings in Decenber 1980; Conmercial Pil ot
Certificate in January 1981; and Airline TranSﬁort Rati ng, nunber
2238867, in Cctober 1982. Wwen he started with Piednont Airlines,
M. Emett had accunulated 3,180 hours total flight tinme.

According to conpany and FAA records, M. Emett was is
sued a First (ass Airman Medical Certificate, on July 7, 1994,
wWith no restrictions.

Hs first assignment with Piednmont Airlines was in the Fokker
F-28 as a first officer. H's training records, proficiency and

line checks in the F-28 all indicated satisfactory performnce.
He transitioned to first officer on B-737-300, on May 1, 1989.
Again, training records, proficiency checks, |ine checks and LOFT

i ndi cated satisfactory 7perforrrance. No negative comments were
noted in these records.

I nterviews were conducted with two USAir check captains who
had provided training to M. Emett in the last 17 nonths. One
check pilot could not recall the training, but he stated that he
only renmenbered the pilots who perfornmed poorly. The second check
pilot, who conducted training for M. Emett on May 12, 1994,
stated that he recalled the training session. He said that M.

Emmett was "well prepared...he was a sharp guy...in both the oral
ﬁ_nd the simulator check." He had no negative coments about
im

The Chief Pilot for USAir in Philadel phia, Captain Turner,
stated that he had known M. Emett, since he was hired as a first
officer in the Mam, Florida crew base. He said that M. Emmett

was a "very dedicated, professional, dependable person.” Captain
Turner had flown with M. Emmett and recalled his perfornmance as
"extremely professional." He described M. Emrett as a "personal

friend," who rem nded himof his son. He would often visit with
M. Emmett before trips. He stated that M. Emmett never used
sick leave. He described himas friendly and a good pilot.

'See Appendix E for M. Emett's training records.
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Captains who had flown with M. Emett within the [ast 60
days were interviewed. They had no negative comments about his
per f or mance. Sone of their statements were as foll ows:

* FLTFF O ficer Enmett had exceptional piloting
skills.

* He was the kind of first officer you' d want to

fly with. W had an hydraulic problemon the trip
and he did a great job.

* Hs performance was outstanding...very well qualified.

The following is a sumary of M. Emett's certificates

flight tine, and training:

ATPH . .o 2238867

Ratings....................... ASMEL

SS . 454- 21- 550

Last Proficiency Check........ 5/ 12/ 94

Last Line Check............... 5/ 17/ 94

Total Flight Tine............. 9,119 hours

USAir Flight Time............. 4,919 hours

Total Time F/IO 737 ............ 3,644 hours

Time last 90 days............. 195 hours
. . 60 days............. 155 hours

24 hours............ 8 hours

~ A search of FAA records reveal ed no enforcenent actions
against this certificate.

A review of the pilot's USAir and Piednont personnel records

did not reveal evidence of problens, such as excessive sick |eave,

discipline actions, or letters of reprimand.

Al RCRAFT WEI GHT & BALANCE AND DI SPATCH PAPERS

There were 8 first class passengers and 119 in coach. The
cargo consisted of a total of 10 boxes of magazi nes, wei ghing
1939 pounds (Ibs), which were |oaded in the forward conpart nent
along with 425 I bs of passenger baggage. The rear cargo
conpartment was |oaded with 1275 |bs of passenger baggage.

8See Appendix F for aircraft flight papers and dispatch papers,

including cargo load report. Some of the papers are copies of the

original papers, which were not recovered.
9
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The follow ng represents the weight and bal ance cal cul ations
for N513AU at the ORD departure station:

Operating weight......................... 73,250 | bs
Passenger weight......................... 22, 680
Cargo. . . 3, 639
G oss weight without fuel................ 99, 569
Zero fuel weight......................... | 36, 500
Fuel onboard............. .. ... .. .. .. .. ... 15, 400
Gross takeoff weight..................... 14,969
Maxi mum t akeof f wei ght (runway 32L)....... 118, 700
Percent MAC. ........ ... ., 19
Stabilizer setting....................... 4.9

These cal cul ations were rechecked manual |y by the Operations
Goup and verified accurate.

AERCDROVE | NFORVATI ON

Pittsburgh International Airport has four runways. The
airport elevation is 1203 feet. Flight 427 was scheduled to
land on runway 28R, which is 10,502 feet long. There were no
significant NOTAMS for the airport during the time period in
whi ch Flight 427 was estimated to arrive.

VEATHER | NFORVATI ON

The weather at ORD at the departure tine of Flight 427 was:
5500 scattered, 12000 scattered, 25000 scattered, visibility 10
mles, tenperature 78 degrees F, dew point 57 degrees F, w nd
from 230 degrees at 13 knots, and an altineter of 30.88.

A large area of good weat her conditions prevail ed throughout
the route of flight for Flight 427, from ORD to PIT.

The weather in Pittsburgh at 1852 was: sky clear, visibility

15 mles, tenperature 73 degrees F, dew point 51 degrees F, w nd

from 250 degrees at 7 knots, and an altinmeter of 30.10, with a
few cumul us cl ouds.

Interviews with pilots operating in the Pittsburgh area at
the tine of the accident indicated hazy flight conditions,
especially when on a westerly heading. Qherwise, the pilots
interviewed all confirned excellent flight conditions, with no
reports of turbul ence.

10



COVPANY BACKGROUND
USAir, at the time of the accident, enployed approximately

?grpg&;people. It was operating a fleet of 443 aircraft, as
TYPE NUVBER TYPE NUVBER
767-200......... 12 737-200......... 79
757-200......... 24 MD-80........... 31
727-200 ....... ... 8 DC-9-31......... 73
737-400......... 54 F-100........... 40
737-300........ 101 F-28............ 21

The present airline is the result of several mergers over the
past 6 years. The nost anbitious nergers occurred in 1988, when
USAi r acquired Pacific Sout hwest Airlines (PSA), and in 1989,
when USAir nerged with Piednont Airlines. At the tinme of the
merger, PSA was operating 31 MD-80's, 4 DC-9's, and 18
BA-146's. Wien the nmerger with Piednont Airlines occurred, both
airlines were about the sane size; each enploying approximtely
3,000 pilots. Since that time, there has been a gradua
downsizing of the pilot force, as a result of the sale of older
smal ler aircraft, and sone requiring three pilots.

Approximately 4,986 pilots are currently enployed by the
conpany.

The task of standardization of the different pilot groups
resulting fromthe nergers was handl ed by a concept described as
"mrror-imaging." This involved devel oping a team of check
pilots fromeach airline to establish standardi zed procedures
for the fleet of aircraft. These procedures were basically
mrrored after the current ones used by USAir, and then applied
to each airplane. The pilots fromthe different airlines were
not integrated to fly in the sanme airplane for about 8 nonths
after the mergers, and until the first stage of the mrror-inage
program was conpleted. Check airman from USAir, PSA and
Pi ednont were assigned full-time to the team which was
designated to acconplish the mrror-inage training.

Checklists, Flight erations Manual s, and Pil ot Handbooks were
all rewitten to reflect standardized procedures. During
recurrent training sessions, sinulator training periods and
other special neetings, the mrror-inmage concept was fully

I mpl ement ed.

11



USAi r TRAI NI NG DEPARTMENT
DI RECTOR OF FLI GHT TRAI NI NG AND STANDARDS

~ Flight training at USAir is the responsibility of the
Director of Flight Training and Standards, a position presently
held by Captain Thomas Johnson. H's job summary is as follows:

Directs the admnistration of pilot and flight engineer
qualification and training, and assures the continuing
conpetency of the pilots, check pilots, and instructors.

He reports directly to the Vice President Flight
Qperations, currently, Captain Gene Sharp. In the past 6 nonths,
there have been several changes in the management staff,
including the Director of Flight Training and Standards.

Capt ai n Johnson assumed this position on June 15, 1994.

~ He was hired by the airline, then called A legheny
Airlines, in January 1978 and has hel d nunmerous nmanagenent and
training positions. For instance, in 1989 he was the F-100
Flight Manager, when this new aircraft was placed in the USA r
inventory. In 1991, he was assigned to inplenment the Cockpit
Resour ce Managenent Program at USAir. In addition, he has
worked on the w ndshear program In 1994, he becane a check
pilot in the B-767.

He holds an Airline Transport Pilot Rating and has _
accurmul ated about 12,000 flight hours. He currently naintains
his check pilot qualification in the B-767

~ The Flight Operations Departmnent organization has six
Flight Training Managers for the following aircraft:

B- 757/ B- 767/ B- 727
B- 737- 300/ B737- 400
B- 737-200
DC- 9/ MD- 80

F- 100

F-28

~ 9See Appendix G for organizational charts and description of
duties and responsibilities of various positions.
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Wien Captai n Johnson assuned the position of Director of
Flight Training and Standards, he asked for the resignation of
all Flight Minagers. He then re-interviewed those Flight
Managers, who were interested in remaining in the position
After a period of re-evaluation, three of the previous Flight
Managers were retained (F-28; B-75717671727; B-737-200), and he
appointed three new Flight Minagers (F-100; DC- g/ ND-80; B737-
300/ 400).

Captai n Johnson stated that one of his first tasks was to
reduce the nunber of days the check pilots worked in training
activities, fromthe present average of 18 days to 16 days. The
check pilots at USAir performall training and checking
functions, including initial simulator training, LOFT,
Proficiency Checks, Requalifications, Line Checks, Initial
Qperating Experience, and Special A rport Qualification
Training, such as Mexico Cty. |In addition to their training
duties, they fly regular line trips as often as 2 to 3 tines per
m)nt_h.OI He said that check pilots rarely work doubl e training
peri ods.

Captai n Johnson sai d that managenent training positions are
staffed by pilots wth backgrounds from PSA, Piednont and USAir.
He felt that the airlines had been nerged successfully,
primarily because of the mrror-inmge program

He stated that when he accepted the position, he prom sed
to remain in it for a period of 5 years. He felt this was
inmportant in order to inplenent new prograns and nodify existing
ones that were needed to inprove the USAir training departnent.

FLI GHT MANAGER B- 737- 300/ 400

Captain Janmes G bbs was appointed to the position of Flight
Manager, B-737-300/400, on July 6, 1994, He reports directly
to Captain Johnson. H's job summary reads:

Assi st in achieving Flying Departnent objective

of providing a corps of proficient |ine, training,

and check pilots. Assist with Departnent support

prograns that insure a safe and efficient flying operation

Captain G bbs was hired by Piednont Arlines Decenber 4,
1978. He was upgraded to captain on the B-727 in My 1984, and
|ater that year transitioned to captain on the B-737. He
entered the training departnment at Piednmont Airlines as a check
pilot in 1986 and renained there until the nerger in 1989. He
transitioned to captain in the B-737-300 in 1993, and he has
accunul at ed about 3700 hours in the B-737. Captain G bbs
currently flies the B-737-300/400, and he naintains his check
pi l ot status.

13
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_ He stated that the B-737-300/400 was the airline's |ead
aircraft towards inplenenting the Advanced Qualification Program
(AQP) .

The B-737-300/400 programis organi zed with 2 Senior Check
Airmen, 6 Check Pilot Designees and 47 full-tine check pilots.
There are two sinulators in CLT and two in PIT. The training
load is split approximately in half between the two bases.

There are about 1750 USAir pilots flying the B-737-300/400.

These pilots fly both the B-737-300 and the 400 nodel s, but they
do not fly the B-737-200, which is equipped with different
engines and is a separate category for the flightcrews. The
B737-300/400 is flown by flight crews at seven crew bases.

Captain G bbs described the check pilot standardization
program as follows:

* Quarterly check airmen neetings'©
* Check Pilot Letters

* "E' Mail distribution of numerous itens of
st andar di zat i on
St andardi zation matters are reqgul arly addressed through
the Standardization Conmttee, which is conprised of the
foll ow ng individuals:

* Flight Manager

* The two Senior Check Airnmen

* The six Check Pilot Designees

* The FAA Aircrew Program Manager (APM

* Arepresentative of ALPA

This commttee neets several tinmes each year (the goal is

nonthly) to discuss standardi zation nmatters, ranging from
specific syllabus procedures, training techniques, grading
criteria, trend analysis, etc. In addition, Captain G bbs neets

several times each nmonth with the Director of Flight Training
and Standards.

10See Appendi x H for sanples of Quarterly Check Pilot Meetings
and Check Pilot Letters.
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SENI OR CHECK Al RVAN

Captain Edward Bular is one of two Senior Check Airmen in the
B-737-300/ 400 program He has held this position since 1990.
H's job sunmary is as follows:

Assi st in achieving Flying Departnent objective of
providing a corps of proficient line, training, and
check pilots!l, ~Assist with Departnent support prograns
that insure a safe and efficient flying program

He reports directly to Captain Gbbs. The other Senior Check
Airman has just recently been assigned to this position.
Captain Bular was hire E% USAir in Novenber 1980, after service
inthe US. Ar Force. flewfirst as a flight engineer, and
then as a first officer in both the DC-9 and the B-727. He
upgraded to captain in the B-727 and the B-737 about 1986. In
1989, he becanme a check pilot in the B-737. He has
approxi mately 10,000 hours of total flight time. This is his
full-time position. He maintains both his currency in the
B-737-300/ 400 and his check pilot's status.

Captain Bular and the other Senior Check A rman give the
training and proficiency checks to the six Check Airnen
Designees. He said that his mpjor task is the selection
training and standardization of the check pilot corps. The six
Check AIrnen Designees conduct the training and proficiency
checks for the check pilots assigned.

Captain Bular said that the check pilot staff in the
B- 737-300/400 is being increased to 53 as soon as candi dates
could be trained. The purpose of this was to reduce the nunber
of days that each check pilot worked in training, and allow them
to fly line trips nore often.

He described the fol der that each pilot receives prior to
training, in which common errors are described, along wth
description of expected maneuvers to be acconplished, and areas
for oral briefings, etc.1?

liSee Appendi x | for USAir Check Pilot Handbook.

- 25ee Appendix J for exanple of Common Error List and PCPT
Qui del i ne.
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PRCFI CI ENCY CHECK RESULTS

~ The pilot Proficiency Check records were exan ned by
investigators. The USAir training departnent conducted 3666
piIotm;))roficiencK checks (PC) during the 12 nonth period, from
Sept enber 1993 through August 1994. O this nunmber, there were
18 checks which were graded "Unsatisfactory" in the records

whi ch were presented to the Safety Board. The proficiency check
nunber/unsatisfactory (U by aircraft type were as foll ows:

Type Aircraft Nurmber of PC s Nurmber U s
B-737-300/400....... 1280 ... 7
B-737-200  ....... 623 ... 1
B-727 ... 146 ... 1
B757/ 767 ....... 392 ... 2
bc9 L 510 ... L LL.... 1
M>-80 ... 230 ... 2
F-100 ... 315 ... 1
F28 L. 170 ... 3

This represents an unsatisfactory rate for proficiency checks
of . 0049%

The Safety Board surveyed six other nmajor air carriers to
determine their PC unsatisfactory rate. The following is a
summary of that survey as provided by the FAA

Airline Unsatisfactory Rate
A . 76%
............. 1.80
............. 1.80
............. 2. 17

............. 1.11

m m O O W

............. 2.10
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The results of the USAir rate were discussed with USAIr
training personnel, the FAA Principal Operations |nspector and
one of the B-737-300/400 Aircrew Program Managers.  They
acknomﬂed%ed that these results indicated tralnin% was bei ng
acconpl i shed during the proficiency checks, but they stated that
this was aPpropriate and permtted, as long as the tine
allocated tfor the proficiency check was not exceeded. The FAA
provi ded an excerpt fromthe Inspector's Handbook, FAA O der
8400. 1013, page 6-231, dated 7/28/92, which states:

Repeating events. FAR 121.441(e) authorizes check airnen
to give additional training to an airman who fails to
satisfactorily conplete an event on a check. The
additional training nust be given prior to repeating the
event. Problens have occurred in I nstances where check
airman have nerely repeated events until the airman
performed these events within tolerances. This practice
I's not acceptable and is an abuse of training to
proficiency.

Par agraph 261 on the sane page descri bes when training can
be performed during a proficiency check. |t states:

Deficiencies. Wile certain training benefits are gained
during proficiency or conpetency checks, the purpose of a
check is to have the airman's state of proficiency

eval uated and to ensure that the last training conducted
was sufficient to ensure the airman's proficiency
throughout the interim period. [|f the check airman
conducting the check observes mnor deficiencies (and
believes that mnor instruction may correct the
situation) the check airman may suspend the check
temporarily, conduct renmedial training, and then resune

t he check.

From t he same I nspector's Handbook, page 3-309, Paragraph
541B, dated 9/30/92. It states:

Training to proficiency. Wen a check airnman determ nes
that an event is unsatisfactory, the check airman may
conduct training and repeat the testing of that event.
This provision has been made in the interest of fairness
and to avoi d undue hardshi p and expense for airnman and
oper ati ons. Training may not be conducted, however

w thout recording the failure of these events.

135ee Appendi x K for excerpts from FAA | nspector's
Handbook, 8400. 10.
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The quality control of a training programis acconplished,
anong ot her neans, by identifying those events on checks which
crewrenbers fail..

(1) Training and checki ng cannot be conducted
simul taneously. Wen training is required, the check nust be
tenporgrily suspended, training conducted, and then the check
resumed.

(2) Wien training to proficiency is required,
the check airman nust record the events which were initially
failed and in which training was given

(3) Wien training to proficiency is conducted
and the check is subsequently conmpleted within the original
session, the overall grade for the check may be recorded as
satisfactory....

UNUSUAL ATTI TUDE RECOVERY TRAI NI NG
"USAir training departnent personnel were asked about an
training conducted in the area of aircraft "unusual attitude
recovery." They stated that no such tralnln? was in the
training syllabus. They do train in the follow ng maneuvers
* Recovery from approaches to stalls
* Recovery froma "Dutch roll"
* H gh speed buffet
* Steep turns (45 degree bank)
* Wnd shear escape
The Safety Board surveyed the following major air carriers to
determne what training they provide: Northwest, Delta, TWA
Arerican and Continental. None of these carriers provide _
unusual attitude recovery training. Their training syllabus is
essentially the sane as USAir's in the areas described above.
United Airlines is devel oping a program called "Advanced

Maneuvers Package," which involves sinulator denonstrations in
various maneuvers, including recovery fromunusual attitudes.*

14The Qperation Goup Chairman will subnmit an Addendum to the
factual report after additional evaluation of the United A rlines
progr am
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TRANSFER OF Al RCRAFT CONTRCL

The USAir Director of Training was asked about what witten
gui dance was available to the flightcrews in the area of
transfer of airplane control within the cockpit. He said that
currently there is no such witten gui dance, but he provided a
copy of what is being planned for a forthcomng revision to the
FI 1 ght Operations Mnual

As of the date of the interview, the follow ng had been
selected for such guidance:

Wienever there is a transfer of control of the

aircraft, the pilot assumng control will state

"I have the aircraft.” The relinquishing

pilot wll ensure the transfer and verbally

acknow edge "You have the aircraft.” This

procedure 1s especially critical during enmergency
situations.

The Safety Board surveyed the following major air carriers
about the same issue: TWA, Northwest, American, Continental
United and Delta. It was noted that four of these carriers have
witten guidance simlar to that planned by USAIR, and two of
them have no witten guidance.

COCKPI T RESOURCE NMANAGEMENT PROGRAM®

Captain Eddie D. Mayenschein was the manager of the USAIr
Cockpit Resource Mnagement Program until recently. He was
i nvolved in the develo%nﬁnt of the program for about 3 years.
He acknow edged that the conpany was sonewhat behind the
industry in this area, until several years ago. Since that
time, the progress has been significant.

The current nanager of the CRM Program Captain John Adans,
was appointed to that position in April 1994, He reports
directly to the Director of Flight Training and Standards,

Capt ai n* Johnson.

In addition to CRM Captain Adans has duties involving
i mpl enentation of the AQP for USAir. The two areas
are closely aligned, so integrating CRMresponsibilities with
the AQP is considered appropriate.

155ee Appendix L for detailed description of USAIR CRM Program

9
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The CRM Program at USAir was designed and devel oped after a
study of the FAA Advisory Crcular and consultation wth other
carriers and progranms. Phase | was inplenented in Decenber
1991, and consisted of a 1 day, 8.5 hour course for all pilots,
presented by two trained CPM Facilitators. These sessions were
in pilot groups ranging from 12 to 40 participants. Al phases
of CPM were addressed, and active role playing was utilized.

Qt her conpany personnel were included, such as flight
attendants, malntenance, dispatch and custonmer service. Al
pilots participated in this training. Phase | has been
conpl eted, but continues on a quarterly basis for pilots
returning to the line from extended absence.

Phase Il of the CPM Program was desi gned around the Line
Oriented Flight Program (LOFT), which each captain receives
annual |y and each first officer every 24 nonths. Each check
pilot is trained in the CPMskills by other check pilots
(identified as CRM Facilitators), who have received speci al
training in this area. The check pilots are trained both in the
classroom and in the sinmulator by the CPM Facilitators.

Each USAir sinulator is equipped with a high resolution video
canera. The entire simulator tra|nin% session is filmed,
including all conversations between the flightcrew. The check
pilot sits behind the flightcrew in the usual position. Duri ng
the LOFT, the check pilot can mark the video to identify
specific events that occur. After the LOFT is conpleted, the
flightcrew and the check pilot return to the briefing roomand
view the video of the LOFT. The check pilot can fast forward to
areas of the LOFT which were marked for special review and
di scussion. \Wen the LOFT has been reviewed and critiqued by
the check pilot and the flightcrew, the video is erased.

A LOFT Commttee neets once a nonth to discuss LOFT
activities, including the devel opnment of new LOFT scenarios.'6
This commttee is conposed of the follow ng personnel

* Flight Manager (or his representative)
* FAA APM
* CPM Manager

* Sinul ator engineer

*

A check pilot from each type of airplane

'6See Appendi x Mfor the 1994 LOFT.
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At each pilot recurrent training class, a 1 hour block of
time is devoted to current CRM matters. This has recently
¥nvp=yed attendance at recurrent sessions by a flight attendant

acilitator.

8.  FLIGHT SAFETY

USAir has a full-tinme flight safety department, identified as
Quality Assurance/ Flight Safety. The Director, Captain George
Snyder, reports directly to the Vice President Flight
Qperations, Captain Gene Sharp.

Captain Snyder was hired by USAir in 1980, with a corporate
and commuter airline background. He flew the BAG 111, -9 and
B-727 as a first officer, and upgraded to captain in the BAC 111
and DC-9 in 1986. He becane a check pilot in the DC9 and then
t he NMD-80. He is current in both the DCG9 and the MD-80, and
mai ntains his check pilot status.

_ Captai n Snyder was assigned as a check pilot in the "mrror-
I mge" program which involved the nmerger of PSA. He was
responsible for the MD-80 and the DC-9 aircraft in this program

He has been trained in accident investigation through courses
at the University of Southern California, the NTSB and severa
ALPA | nvestigation Training Sessions. He has been involved in
accident investigation activities since 1979.

Captain Snyder assumed this position on March 3, 1994. He
has a staff of two full-tine check pilots. He explained that
shortly after taking this position, he and his staff travelled
to each pilot crew domcile and met with groups of 15 to 20
pilots for an open discussion of any problemns. It took 6 weeks
of travel to conplete this program but he assessed it as
“highly productive." Through this nethod, they |earned about
difficulties that needed to be addressed. They forned a
"partnership" with the FAA, ALPA and the USAir nmanagenent, which
he described as "proactive," in order to renedy any problens.

He is in the process of choosing check pilots fromeach nodel
airplane in the USAir fleet, to be assigned as incident/accident
representatives for that airplane. These check pilots will be
trained at USC and other accident investigation schools. They

wll be the "point person" for that airplane and investigate al
I nci dents.

Captain Snyder described the nethod in which safety
information is dissemnated to the pilots. Inportant items are
issued to the pilots directly via "E" mail, bulletin boards,
attachnents to flight papers, and printed safety notices
distributed to each pilot's mailbox by the chief pilot's staff.
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10.

Anot her primary nmethod of communication with the line
pilots is throu?h the training departnent; specifically by
transmtting safety information to the check pilots for
di ssem nation during sinmulator training sessions and |ine
checks. In addition, the publication, Flight Crew View,
addresses safety related itens at each publication.” He also
said that plans are underway for his own department to issue a
monthly flight safety publication.

Al RLINE PILOTS ASSOCI ATI ON

During the many interviews that were conducted in this
investigation, with both USAir managenent personnel and FAA
officials, there were frequent references to the active, positive
participation of the USAir Airline Pilots Association staff in
every area of training and safety. These comments were
unsolicited and were w thout exception conplinmentary. It was
evident that there is strong cooperation anong the participants
in both safety and training: USAir Managenent, FAA, and ALPA

The USAir ALPA Master Executive Council publishes a nmonthly
magazi ne, US AIRMVES.'® Numerous safety and training matters are
di scussed in each issue. Each pilot receives a copy of this
publ i cation.

The USAir ALPA Professional Standards Conmttee was reported
by conpany managenent to be "strong and cooperative" in dealing
wth problems. One chief pilot stated that he al nost al ways
approached the | ocal ALPA representative before confronting a
pilot about an issue. He stated that the matter was usually
resolved without additional effort by him Some of these were
safety related itens, such as non-standard procedures.

FAA OVERSI GHT AND SURVEI LLANCE!®
PRI NCl PAL OPERATI ONS | NSPECTOR

The Principal Operations Inspector (PO) is currently
David L Bowden. He was hired by the FAA in May 1987. H's
previous flying experience included U S. Air Force flight
trai ning and subsequent flight tine in the mlitary version of
the B-707. I n addition, he had corporate experience in the
Learjet and Fokker aircraft. He has a total flight tine of about

l7See Appendix N for a copy of Flight Crew View
185ee Appendix 0 for issue of US Al RWAVES.

9See Appendi x P for excerpts fromthe FAA National Aviation
| nspection Program | nspection Report, dated March 19, 1993.
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4,000 hours. He holds an Airline Transport Pilot Certificate,
wth type ratings in the B-7071720, DC-9, and the Learjet.

M. Bowden was assigned directly to the Pittsburgh FAA Flight
Standards District Ofice. He was appointed to the position of
Assistant PO for USAir shortly after initial training with the
FAA.  He assumed his present duties in Decenber 1990.

The PO has a full-tine staff of 11 Aviation Safet
| nspectors (ASl). Ei ght are Aircrew Program Managers (VAPM for
the different aircraft operated by USAir, and three are
assi stants.

The total Certificate Managenent Unit T(CIVU) for USAir has a

ol | owng "V Staf Ting Tati s for otper major air Garriers:
Airline Staffing Nunber Aircraft Rati o
Nor t hwest 26 360 14
Areri can 31 685 22
United 26 552 21
Del ta 26 673 26
Conti nent al 20 303 15

M. Bowden conducts nonthly neetings wth his staff to
di scuss trends, problens, and status of surveillance issues. He
is in regular contact wiwth the USAir Director of Training
regardi ng approval of changes to flight manuals, training
syllabi, and discussion of any problem areas.

He has initiated a "spirit of partnership" with USAir and
ALPA.  An exanple that he provided was the Atitude Awareness
Program in which USAir and ALPA teaned cooperatively with the
FAA to devel op a nmeaningful programto elimnate, or at |east
significantly reduce, the incidents of altitude deviations by
USAir flightcrews. The programwas highly successful as neasured
by the dramatic reduction of such events.

~He stated that the APMs are actively involved with the
training program for each airplane. They attend check pil ot
standardi zation nmeetings and LOFT Committee Meetings.

M. Bowden described the efforts of his staff as "proactive,"”
as opﬁosed to "reactive.” He had highly conplinentary comments
for the current USAir training department. He stated that the
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recent changes should have a positive inpact. He also praised
the CRM Program describing it as "excellent." Addi tionally, he
referred to the noteworthy contributions nade by the USAir
Airline Pilots Association in the area of safety and training.

Al RCREW PROGRAM MANAGERS

M. Mitthew J. Schack is one of two FAA Aircrew Program
Managers (APM assigned to the B-737-300/400. He basically
handles the training conducted in Pittsburgh. He has been
enpl oyed by the FAA for about 6 years, all of which have been in
the Pittsburgh FSDO.  Prior to this he was an Air Technician for
the Air Force Reserve. He holds an Airline Transport Pil ot
Certificate, with a rating in the B-737 and the F-100. He was
appointed to his present position in Novenber 1992

M. Schack described the rel ati onship between USAir and the
FAA as "good." He attends all check airnman neetings and
standardi zation conmttee meetings. He stated that he neets each
month with the Flight Manager, the two Senior Check Airnmen and
the six Check Pilot Designees for open discussion of issues and
st andar di zat i on. In addition, he stated that he observes
sinmulator training about twice per week. He also conducts
enroute checks, with his last one in July, fromPIT to LGA He
approves all changes in the training syllabus, but it is usually
di scussed prior to being submtted, so there are no surprises.

M. Schack described the CRM Program at USAir as "very good
.a nodel one."

M. Donald E. Franklin is the other APM for the
B- 737- 300/ 400. He has been enployed by the FAA since Septenber
1974 and has held a variety of positions, including PO for other
air carriers. He was trained in the U S Arny, and holds an
Airline Transport Pilot Certificate, with ratings in nine
aircraft, including the B-737.

He handles the Charlotte training facility for the FAA He
nonitors the sinulator checks %iven by each Check Pil ot Designee
two times per year. He also observes the sinmulator checks
conducted tor the Senior Check Airman. He always attends the
check pilot standardization nmeetings. In addition, he conducts
enroute checks each nont h.

24

oM



11.

M LI TARY CONTRACTS

USAir is a mlitary contract carrier. The Departnent of
Def ense conpleted a Capability Survey of USAir in June 1994."
The airline was rated "Excellent” to "Above Average" in all areas
of flightcrew operations, training, and safety.

Charf:géé;yéég%zzgzabég7

Chairman, Qperations G oup

208ee Appendi x Q for excerpts from DOD Capability Survey Report.
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